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Abstract
The target is quite high: Germany aims to reduce the number of fatalities and seriously injured persons by 40% until 2020 compared 
to the values of 2010. In order to achieve this aim, great efforts have to be considered. The federal state of Baden-Wuerttemberg 
in Germany has committed itself to reach this goal and therefore introduced a Road Safety Concept with 90 tasks which was 
presented to the public in 2013. One of the central measures described therein is the Road Safety Screening. A basic part of the 
newly developed Road Safety Screening is the integration of all necessary information in one main database. Traffic data for up to 
8 vehicle classes was available due to a nationwide traffic monitoring scheme. As automatic classifiers were used, for the first time 
speed data was also available showing average speed, v85-speed and the percentage of drivers exceeding the signed speed limit. 
Next to this, road geometry data (i.e. road width, curvature, gradient, superelevation) was integrated into the database as well as 
data concerning the road condition (i.e. skid resistance, unevenness, rutting depth, mending areas, cracks). Pictures from the
inspection tour were also added giving a good overview of the situation. The most important part obviously was the accident data. 
Based on these data the accident risk described by the value of the safety potential was calculated for all road sections. To provide 
an easy access to this vast data base for the user, a web platform was created. Based on OpenStreetMap the user can choose between 
the different parameters described above to be displayed in the map. As more than one layer can be selected, these combinations 
can help to identify the accident causes (i.e. curvature/excessive speed). Several special accident analyses were also conducted (i.e. 
motorcycle accidents) and the results summarised in fact sheets for every road section, which can be downloaded directly by 
clicking on the element of interest in the map. The user of the Road Safety Screening is also supplied with a tool for analysing the
accident situation in detail. By combining different parameters like high accident risk, high traffic volume and excessive speed the 
map is updated accordingly and the user can concentrate on the worst accident black spots that are identified in his area of 
responsibility. The filtered list of the relevant road sections can be downloaded as xls-file for further reference. Since 2014 the use 
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of the Road Safety Screening as a tool to identify accident black spots and select appropriate measures is compulsory in Baden-
Wurttemberg. Up till now more than 600 employees from the administrative bodies concerned with road safety as well as the police 
have been trained to use the tool and got an individual access. So fare the Road Safety Screening has proved to be a valuable tool 
in dealing with accident black spots and in helping to achieve the set targets. Baden-Wuertemberg is not going to stop here. More 
special analyses are already assigned and new ideas for a further improvement of the tool are being developed.
© 2016The Authors. Published by Elsevier B.V..
Peer-review under responsibility of Road and Bridge Research Institute (IBDiM).
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1. Introduction
Road Safety is a still a major issue even though there is a steady decrease in road fatalities. In 2014 25,700 people 
died on the roads of the European Union (European Commission, 2015). To reach the objective of creating a common 
road safety area the European Commission set the ambitious target of halving the overall number of road deaths in the 
European Union by 2020 (European Commission, 2010). In Germany, this task has been accepted and the goal has 
been manifested in the National Roads Safety Program commissioned by the Federal Ministry of Transport and Digital 
Infrastructure (Bundesministerium für Verkehr, Bau und Stadtentwicklung, 2011).
In order to achieve the aim of reducing the number of fatalities and seriously injured persons by 40% until 2020 
compared to the values of 2010, great efforts have to be considered. The German federal state of Baden-Wuerttemberg 
has decided to increase road safety on a wide basis and has integrated the “Vision Zero” in the coalition agreement 
between the leading parties. Furthermore, a Road Safety Concept was developed and presented to the public in 2013. 
To reach the “Vision Zero 90 different measures were included in the concept. One central measure is the Road Safety 
Screening, which was developed by the Federal state of Baden-Wuerttemberg and DTV-Verkehrsconsult GmbH.
The Road Safety Screening is – in short – a secured internet platform, where all the data to identify accident-prone 
road sections for the classified road network of Baden-Wuerttemberg is cumulated. For the first time all relevant 
information concerning the road safety work (accident data, traffic volumes and speed distribution, road geometry, 
road surface condition and photos of the road section) are consistently analysed, assessed and the results displayed in 
dynamic maps. In addition, fact sheets are created for the accident-prone road sections. In these fact sheets the different 
detailed information are summarized. In order to prioritise critical road sections for individualised targets or sets of 
accident criteria a software tool was developed which takes into account the different criteria as chosen by the user. 
To develop the Road Safety Screening it was necessary to analyse and combine different data basis. The 
implemented databases will be described in detail. For the first time the safety potential for every road section was 
evaluated and is ready for the user. The focus was also on special issues, i.e. motorcycle accidents. This evaluation 
will also be described. The core focus of this paper will be the description of the online Road Safety Screening and 
work examples of using the new tools. It is followed by a short summary and an outlook of further improvements.
2. Data Bases
Even though we still have not reached the “Vision Zero” it can be said that over the last years there was a steady 
decrease in fatal road accidents. For a complex accident analysis the relatively small numbers of accidents – especially 
when considering accidents on a stretch of road – creates a statistical problem cause by the small sample size. It also 
means that the person responsible for road safety and accident prevention wants to know as much as possible about 
every single accident. Fig. 1 shows the different information of every accident which should be made available to the 
user to enable him to develop suitable measures for improvement. First of all it is the accident data itself, like the type 
of vehicle, type of accident, crashworthiness and so on. Day and time of the accident is another major issue. The road 
geometry and the road surface condition are a first indicator concerning the boundary conditions leading to the road 
accidents. And it would also be interesting to know a bit more about the general traffic volume and the speed 
behaviour. Last but not least, an impression of the road section itself would be helpful in order to get an overview on 
© 2016 The Authors. Published by Elsevier B.V. This is an open access article under the CC BY-NC-ND license 
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the local conditions. It would be very helpful to the accident prevention to know all this at any noticeable accident 
spot and to refer the responsible person to these spots.
For most countries – and also for the federal state of Baden-Wuerttemberg – the data is generally available. 
Unfortunately, it is stored in different databases at different authorities and due to protection of data privacy access is 
not always easy. Referencing the data also poses a problem as sometimes the reference is by coordinates and 
sometimes by the station along the road. Therefore one of the first an major tasks within the Road Safety Screening 
was to analyse and combine all different data bases in one central data base, ready for further analysis. In the following 
chapters the different data bases are briefly described.
Fig. 1. Data needed for in-depth analysis of traffic accidents. [Source: ADAC Motorwelt 4/2013].
2.1. Accident Data
Obviously, accident data is the most important data source needed for the Road Safety Screening. In Baden-
Wuerttemberg accidents are reported by the police and then passed on to the statistical agency where they are 
anonymized and finally integrated in the data warehouse. During this process the accident data is also validated and 
in some cases corrected (i.e. location of the accident). After this, the data is implemented to the road information 
database and is available for a further use.
Handling accident data also means that the data protection regulations have to be considered. Up to now, therefore 
some aspects - which might be interesting for certain evaluations - are not integrated in the database. Typical examples 
are here the gender of the accident parties or the age.
For the basic development of the Road Safety Screening it was decided to use the accident data from the years 
2010 to 2012, thus covering a three-year period. A three year-period was selected as this is usually the necessary time 
period for special analyses of traffic accidents in Germany. A continuous update of accident data is one of the next 
designated steps.
2.2. Infrastructure Parameters
For the assessment of the road safety of a road section the infrastructure parameters should be evaluated as well. 
The main parameters are the horizontal and vertical alignment, the curvature and the width of the road. Road data is 
widely available but unfortunately in most cases they are not referenced to the position needed for this analyses. For 
this project it was necessary to reference all parameters to the specific interval of the road which means, that we use 
fixed positioning along the road (i.g. all 100 m). But as all four values can change over the length of the interval they 
were calculated and referenced to the midpoint. Based on the elevation at certain points the vertical alignment for each 
interval can be calculated. For the calculation of the horizontal alignment several values can be used as the cross 
section of a road can be quite complex. The same can be said for the width of the road. In the database used for 
calculating these values the cross section of the road is divided into several parts which have to be added.
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2.3. Road Surface Condition
The condition of the road surface is also an important parameter. These values are gathered in periodic inspections 
of the road (i.e. every 4 years) why they do not necessarily represent the actual state of the road. In General, the 
information is available every 100 m. From this vast database we differentiated between parameters relevant for road 
safety, such as skidding resistance and unevenness, and other surface parameters like fissures which are expected to 
have no immediate relevance to road safety.
2.4. Traffic and Speed Data
When talking about area-wide traffic data, we are normally talking about data based on manual counts. In Baden-
Wuerttemberg the Traffic Monitoring scheme was introduced a couple of years ago (Ziegler, H., Pozybill, M. und 
Kathmann, T., (2009)). Since 2010 the Traffic Monitoring delivers high quality and up-to-date traffic data (Ziegler, 
H., Kathmann, T., Pozybill, M. und Mayer-Kreitz, M. (2011)). Even low volume roads are part of the scheme. In
general side radar detectors are applied which have been installed in a standard roadside post. These mobile detectors 
differentiate between 9 different vehicle classes (including bicycles) and measure the speed for every single vehicle. 
Since 2011 each year roughly one-fifth of the around 5,000 counting locations on single-lane roads are counted twice 
a year for 2 weeks at a time. Typically one detector is used for about 10 locations per year. Even though the speed 
varies considerably along a road section it was nevertheless decided that - as with the traffic volume - the results of 
the speed analysis were referenced to all intervals within the road section.
2.5. Photos of the Cross Section
The vehicle for the road inspection as used in Baden-Wuerttemberg is equipped with cameras, which give us three 
front and one rear picture. The photographs are taken nearly every 10 metres. These pictures were deemed quite helpful 
as they give an impression of the local boundary condition of the cross section and thus were integrated into the 
database.
3. Data Evaluation and Special Analyses 
Once all the data was gathered it was possible to conduct further data evaluations. It was also decided, that special 
analyses are needed to give the user first hints on the most problematic issues. In the following chapters the calculation 
which were carried out are described. 
3.1. Road Safety Parameters 
To compare the different roads it is necessary not only to look at the absolute number of accidents but to base this 
comparison on different parameters. For this analysis all accidents from a three year period were considered. Based 
on these accidents the parameters accident rate, accident cost rate, accident density and accident cost density were 
calculated. Finally, the actual accident situation was compared to an accident situation which can be estimated for
a road completely according to the guidelines. This difference in the accident rates is called Safety Potential (SIPO). 
This value only can be calculated for all vehicles, not for certain types, as the necessary correlation values (gUKR) are 
not available.
ܵܫܱܲ = σ௎(௞)ήௐ௎(௞)
ଵ଴଴଴ ή ௅ή௧ െ
௚௎௄ோ ή஺஺஽் ήଷ଺ହ
ଵ଴ల
 [1000 € (݇݉ ή ܽ)Τ ] (1)
with k = accident categories, t = time in years, U(k) = number of accidents in category k in t years, WU(k) = average 
costs for an accident of category k, L = length in km, gUKR = base accident cost rate, AADT = average number of 
vehicles per day
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All parameters were calculated and displayed for road sections of a certain length. This method is based on the so 
called “Integral Analysis“, which can best be described as a moving average method (Landesstelle für Straßentechnik 
Baden-Wuerttemberg 2012; Höfgen 2011). A section with a defined length will step by step be moved along the road 
network. For every step the relevant parameters will be calculated and allocated to the section. As a result for federal, 
rural and county roads a value of 100 m for each step (interval) was found to be most appropriate. This means that 
usually accidents are considered within a 2 km integral and the results are plotted against the 100 m interval in the 
middle of this integral. Then the 2 km integral is moving along the road section and the procedure is repeated. As a 
result accident parameters are available for every interval.
3.2. Special Analysis: Motorcyclists
The German federal state of Baden-Wuerttemberg has decided to increase road safety on a wide basis. Therefore 
special analysis were carried out. The first was on motorcyclists. In 2011 two studies were presented in Baden-
Wuerttemberg concerning motorcyclists. In the first one a general analysis was conducted based on the motorcycle 
accidents in 2009 and 2010. In the second study the focus was on motorcycle accidents with at least one fatality. Based 
on the results indicators for special risk groups (i.e. beginners) and situations (i.e. road geometry) were deducted 
(Innenministerium Baden-Wuerttemberg (2011)). To actually increase road safety next to the knowledge about 
reported accident information about the risk potential and traffic volumes has to be available.
To include vehicle speed into the focus the vehicles which were speeding were analysed. This was possible at all 
locations where the posted speed limit is known. All in all 400 Mio. speed data sets were analysed for all vehicles and 
roughly 8.4 Mio. speed data sets for motorcyclists. Taking into account the number of available counting locations 
this means that for every location there was an average of 99,000 speed data sets (2,100 for motorcyclists). To describe 
the speed behaviour, the speeding itself was analysed. As with the speed controls conducted by the police the measured 
speeds were reduced by 3 km/h (3 %), compared to the posted speed limit and then aggregated in different speeding 
classes. In a further step the speeding fine according to the official fine catalog was calculated, thus taking into account 
the amount of speeding and summarizing the speeding behaviour in just one value.
3.3. Special Analysis: Run-Off Accidents and impact on obstacles
A second special analysis was focused on run-off accidents where the vehicles had an impact on roadside obstacles. 
Here research showed that especially accidents with trees are dangerous and lead to serious injuries. Based on the 
accident description the relevant accidents were selected and the corresponding parameters calculated. Again, the 
results are available for the user and can be accessed through the Road Safety Screening. 
3.4. Special Analysis: Accidents with HGVs
The third special analysis focused on accidents with involved Heavy Goods Vehicles (HGVs). Looking at the 
vehicles involved in the accidents the relevant accidents were selected and the corresponding parameters calculated. 
The results – always in addition to the parameter for all vehicles – were integrated on to the Road Safety Screening.
For all of the special analysis the road network was calculated the special accident cost density. These data are 
shown in the dynamic map as well as it is listed in electronic tables.
4. Online Road Safety Screening
The Road Safety Screening is an online tool and can be accessed using a standard web browser. Due to the sensitive 
nature of the data it is of course necessary to use a personalized login. Than a special analysis has to be chosen (see 
Fig. 2). Independent of the choice in this first step all special analyses contain all information on all accidents as well. 
The Road Safety Screening was created for the whole of Baden-Wuerttemberg and for the classified road network. In 
most cases when using the online platform the focus is on a certain part of the road network. Therefore the user can 
use a filtering function (see Fig. 2) to select the relevant data. It is also possible just to show the road sections with the 
highest accident rate. Once the filter criteria are selected the user can either view the selected road sections on a 
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dynamic map (see Fig. 3) or in a listed form. Using the dynamic map different layers can be selected: traffic volumes 
(AADT), Counting locations, speed behaviour, safety potential and further accident parameters. The use of the Road 
Safety Screening was made as intuitive and easy as possible. Nevertheless handling the tool and analysing the results 
should be done only by trained experts.
To every interval and to each special analysis fact sheets are provided. They arrange more than 500 individual 
information to this interval. It is displayed on four pages, which are descripted as follows.
The first page of the road safety fact sheet gives an overview and a detailed look at the accident situation in the 
specific integral. A map shows the accident situation, a table the accidents parameters. Information on the location of 
the integral consists essentially of the road type and number, the relevant county and some basic information on traffic 
volume. Corner symbols were used to point out the relevance of this integral according to the AADT and speeding. 
Both values increase with the size of the symbol. Two further maps show the accident cost density and the safety 
potential calculated according to the “Integral Analysis” with the specific integral being right in the middle of the 
map. An overview of road conditions are shown in a forth map.
   
Fig. 2. Selection of Special Analysis (left) and Filtering Function (right).
Fig. 3. Dynamic Map.
The second page gives detailed information on the traffic volume and especially concerning the speed behaviour. 
Traffic data is summarized in a table for different vehicle classes. Time-variation-curves show the traffic within one 
week. For speed analysis four different illustrations were chosen. They list typical speed parameters like the 85-
percentile, show the distribution of speeds, evaluate the speeding behaviour with the official speeding fine catalogue 
and list the so called “Top Ten”. In the last block a different evaluation concerning the time of the speeding vehicles 
was carried out. Using a 15 minute grid, the 3-hour-interval with the highest speeding fine sum was selected. Besides 
this a second table show the 3-hour-interval with the maximum speeding fine including the highest speeding. Talks 
with police officers have already shown that this information seems to be quite important and highly valued. Page 3 
gives us the photo documentation of the selected interval and information of the width of the road. 
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Fig. 4 (a) fact sheet 1; (b) fact sheet 2; (c) fact sheet 3; (d) fact sheet 4.
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Page 4 completes information about road surface conditions and infrastructure parameters like curvature, vertical 
and horizontal alignments.
5. Use in Baden-Wuerttemberg and Work Examples
Since April 2014 the public authorities are working with the platform. Therefore several training courses were 
organized so that there are actually more than 600 registered user. During the daily work the platform is used for 
example for the investigation of relevant data, the preparation of a road safety inspection or the management of paper 
documentation. Therefore a so called „in-situ-document“ can be attached to a special road section to add photos or 
documented decisions to improve the situation. These documents are marked with a striped arrow so that every 
legitimated user can have a look at the history of accident work. 
In the following some typical examples how to use the Road Safety Screening for a special question and which 
information one can get are presented. However they show only a small part of the various user options since the 
provided information can be combined for several individual tasks.
5.1. Road safety work
The typical approach to the road safety screening is to identify accident blackspots in the responsibility of the user. 
After choosing a special analysis, normally the 5% worst intervals are selected. They can be signalised directly by 
only a few mouse clicks. For each blackspot the fact sheets are opened and with the information in there, a catalogue 
of typical accident conditions is checked. The kind of accident, the month, road and light conditions and so on have 
to be analysed. The accident table in fact sheet page 1 helps with all important values. If the accident happens on wet 
roads, we have a look on page 4 witch shows us the road surface in this area. Perhaps there is no hint on any problems. 
So we have a look on page 2 and analyse speeding. Perhaps, we have striking behaviour, so we have to check the 
possibility of enforcement campaigns in this area.
If this is the only obvious result, the accident commission will appoint an in-situ-meeting to validate the 
information. If there is no other perception, the in-situ-document will be initialised and will content the results.
This is a typical use of the safety screening. Many users told us, that the preparation of all this information combined 
with the analysis of whole classified road network marking the worst sections would help very much and make 
working more effective.
5.2. Enforcement – Where and When?
In April 2015 21 European countries joined an area-wide enforcement campaign to reduce speeding with the 
intention to reduce the number as well as the severity of accidents. Therefore suitable measuring points had to be 
defined. But how can these points systematically be identified and which daytime is the most relevant for speeding? 
To answer this questions for each department the so called „speed lists“ were developed within the Road Safety 
Screening (see Fig. 5).
Fig. 5. Road Safety Related Analysis of Fines on specific Roads.
A B C D E F G H I J K L M N O P Q R S T U V W X Y
Kreis vZSt DTV vZSt
oder der Abstand Empf. € / Fzg. Bußgeld /
Kl. Nr. VM-ZSt VM-ZSt Ri 1 Ri 2 SiPomax ZSt [m] Unfälle v-Unfälle  > vzul Tag Zeitraum Fzg. > vzul % Ri. Fzg. > vzul Tag Zeitraum Fzg. > vzul Ri.
8216, Rastatt B 462 86520 4.018 100* 100* 215,7 218 15 5 29 € Mo 13:15 - 16:15 682 141 21 2 29 € Mo 14:15 - 17:15 367 73 1
8216, Rastatt B 500 82319 2.072 70 70 67,9 909 8 6 36 € So 10:45 - 13:45 531 368 69 1 42 € Do 16:00 - 19:00 247 162 2
8216, Rastatt B 500 82318 1.557 70 70 388,6 4.662 15 14 ja 36 € Do 13:45 - 16:45 479 225 47 2 28 € Sa 09:30 - 12:30 251 94 2
8216, Rastatt B 500 85415 20.915 70 70 10,4 523 12 3 26 € Mi 13:00 - 16:00 4.308 2.854 66 1 38 € Sa 07:15 - 10:15 1.217 1.093 1
8216, Rastatt L 67 81655 9.346 70 70 141,4 257 22 1 21 € Fr 05:45 - 08:45 1.061 90 8 2 20 € Mo 13:30 - 16:30 994 33 2
8216, Rastatt L 76B 82032 1.953 70* 70* 161,2 2.382 6 5 ja 20 € Mo 05:45 - 08:45 226 91 40 2 27 € So 15:30 - 18:30 335 57 2
8216, Rastatt L 77 81630 2.608 70 70 19,4 300 3 0 51 € Di 15:45 - 18:45 349 12 3 1 57 € Di 13:00 - 16:00 201 6 1
8216, Rastatt L 77 81654 7.438 70 50 70,5 1.494 11 5 22 € Fr 13:30 - 16:30 981 831 85 2 22 € Fr 13:30 - 16:30 981 831 2
8216, Rastatt L 78A 86484 3.812 100* 100* 117,3 332 9 3 25 € Do 15:15 - 18:15 591 100 17 1 34 € Mi 03:30 - 06:30 69 13 1
8216, Rastatt L 80 86510 1.574 70* 70* 107,8 44 7 4 17 € Fr 14:45 - 17:45 294 137 47 2 17 € Mo 14:00 - 17:00 150 51 1
8216, Rastatt L 80 82002 2.895 100 100 174,0 334 13 1 18 € Do 06:15 - 09:15 1.120 9 1 1 80 € Sa 22:15 - 01:15 70 1 1
Anzahl Anzahl Anzahl
S i P o    u n d    U n f ä l l e
Straße vzul max. SiPo im Gültigkeitsbereich 3 Stunden mit maximalem theoretischem Bußgeld 3 Stunden mit maximaler Überschreitung
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After general information about the road section the maximum value of the safety potential of the road section is 
displayed as well as the distance to the counting site. In addition the number of all accidents as well as the number of 
accidents that were caused by speeding give detailed information about the situation. If the distance to the next 
counting site is too large and the amount of speeding accidents is more than 50%, the list contains a suggestion to 
install a new measuring site because the available speed data is obviously not transferable to the accident site.
To find suitable measuring points for enforcement, it is reasonable to choose those road sections that show a high 
safety potential in combination with a short distance to the counting site and a considerable ratio of accidents caused 
by speeding. In addition the time interval of 3 hours with the highest amount of monetary fines was calculated.
With these lists it was very easy to find suitable sites for speed enforcement not with the aim to collect money, but 
to have a look on such places with highest accident risk and speeding.
5.3. Accidents with speeding Motorcycles
Accidents with serious injuries are often caused by a too high speed level. Here the motorcyclists are an especially 
endangered group. To find out which road sections show numerous motorcycle accidents in combination with a high 
speed level the Road Safety Screening provides the necessary information. The road category as well as the range of 
the safety potential can be selected. Here the 15% of the road sections with the highest safety potential are chosen. 
These road sections either show a high number of accidents or a lower number with a high accident severity. With the 
dynamic map all road sections with the chosen characteristics can be displayed. The sections are differentiated in two 
colours. The red ones symbolise the road sections which belong to the 5% with the highest safety potential, the orange 
ones represent the following 10% (see Fig. 6). To identify road sections with a high safety potential AND a high speed 
level additional information is required.
Therefore an additional layer which contains the speed level at the counting sites has to be activated. The symbols 
show the current speed limit on the road sections. The size of the symbols represent the speed level: A big symbol 
means, that a high percentage of all vehicles drive faster than the speed limit allows. A small symbol shows that only 
few or no vehicles are speeding (see Fig. 6).
Fig. 6. Different layer options to analyse a certain task.
In a third step the accident occurrence on the relevant road sections can be analysed in detail. Here the layer with 
the accident symbols as it is known from the typical accident charts gives a first hint. With an additional layer it is 
also possible to get an information about the main time and day of speeding motorcycles. In this example it is on 
Sundays during daytime (see Fig. 3). Over a link inside the information box of the chosen interval the corresponding 
fact sheets can be opened. They provide all available information as shown before. On this base the actual accident 
work including causal research and developing suitable measures can be carried out.
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6. Summary and Outlook
For the first time it was possible to assemble all relevant data for a comprehensive accident analysis for a whole 
federal state. It combines accident data with traffic volumes and traffic composition, actual speed data and detailed 
road data. This was possible thanks to the already existing vast database TT-SIB® and the data from the Traffic 
Monitoring in Baden-Wuerttemberg. For the interpretation of the vast amount of data different tools were developed 
and tested. Thematic maps give a good overview of the different topics and are therefore especially valuable for 
members of the ministry. The road safety fact sheet summarizes all relevant accident and traffic data and is therefore 
the right tool for processing the most critical locations as evaluated. The study described here has a model character 
and therefore at the moment the tools are tested from around 600 users. 
The screening is used for identifying critical locations for special accident types to improve road safety. For a future 
application, accident data should be included permanently to increase actuality. In a second step more special analysis 
should be available and finally it might also be possible to suggest automatically appropriate countermeasures for 
detected blackspots. That would make the life of the user even easier.
All in all it can be said that the project is a further milestone in the direction of safe roads in Baden-Wuerttemberg 
and using the experience from the first applications will result in an optimized safety screening method.
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